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Abstract: In this paper, we propose an evidence-based planning methodology that combines spatial 
and functional centrality to construct a discrete planning strategy towards sustainable mobility. A 
crucial component of our approach is that analysis and planning are treated as a unified process. 
Specifically, we present a three-stage methodological framework which combines space syntax and 
land-use pattern analyses in a GIS environment. 
In the first step, we identify the established local centres of the suburban city of Alimos in Athens, 
using the Kernel estimated density of non-residential activities and the potential centres through 
spatial and functional centrality criteria. These criteria are derived from urban vitality notion and 
examine the functionality, land-use diversity and multi-scalar spatial centrality, as measured by 
space syntax angular analysis. Secondly, after taking into consideration the emerging dynamics of 
the centers identified, we re-configure the centrality pattern in order to achieve a sustainable urban 
form. The last step includes the re-organization of the road network hierarchy system, aiming at 
a comprehensive connection of the most significant centralities along with promoting sustainable 
modes of transport. The outcome of the research is a compact planning methodology that forms an 
explicit “road map” towards a unified urban and mobility planning strategy. 

1. Introduction

Contemporary cities suffer from various issues concerning their efficiency and sustainability. 
A crucial part of these issues is caused by the car-oriented planning approach that dominated 
urban and transport planning procedure in many countries primarily after the middle of the 
20th century (Marshall, 2005). Urban systems dependent strongly on motor vehicles, especial-
ly cars, resulted in unattractive street environment, mobility inequalities, urban sprawl, low 
residential density suburbs, increase in average travel distances, inadequate public transport 
service, intense traffic congestion, road accidents and major severances to the urban fabric 
(Nieuwenhuijsen and Khreis, 2016) These circumstances highlight that cities are not places for 
people but places with people (Gehl, 2010). Places that cannot sustain an adequate mobility 
level for all and a decent quality of life. Hence, cities and towns should develop the appropriate 
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strategies in order to counter the negative impacts of urbanization and improve the condition 
of the urban environment. 

It is striking that in these described circumstances, a new perspective concerning cities and 
their future has emerged during the past decades; this perspective is the notion of unified urban 
and transport planning approach. This approach takes into consideration equally both urban 
and transport aspects and their interactions in order to compose an integrated strategy, more 
efficient than the conventional one. Another significant concept which is a derivative of uni-
fied urban and transport planning is sustainable mobility (Banister, 2008). This specific concept 
defines a system that meets contemporary transport needs through enhancing public transport, 
walking, cycling as well as innovative ways of transport and simultaneously, strengthens social 
equity, economic efficiency and environmental protection. Consequently, the above definition 
of sustainable mobility demonstrates the great role of active modes of transport in the making 
of accessible, just and social cities. It is urgent to shift from car-oriented urban forms to transit 
and pedestrian-oriented cities which facilitate human scale (Gehl, 2010), ensuring a prosperous 
quality of life. 

The way towards efficient and better cities consists of various steps. A fundamental step in 
this process is the quest for a sustainable urban form. According to several studies (e.g. Rode et 
al., 2006), urban form is strongly related to transportation issues and travel choice in particular. 
Possible changes referring to one dimension should take into account the other. Cities aiming 
at the revitalization of their urban environment consider their centers (local, citywide or met-
ropolitan) as constitutional components in this procedure (Whyte, 1988). Therefore, centrali-
ties that ensure a sustainable urban form ought to be accessible and walk-attractive (Bielik, et 
al., 2018) and thus vibrant conductors of human presence (Gehl, 2010). 

A plethora of studies (e.g Waitt et al., 2019) highlights the crucial significance of walk-access 
in urban centers. A characteristic example is the methodology of TOD which suggest approxi-
mately 10 minutes walking (National Academies of Sciences, Engineering, and Medicine, 2004) 
and another case is the pedestrianization of central areas in numerous cities worldwide (Soni 
and Soni, 2016). Both of these cases transform a certain geographical area from a car-oriented 
space into a human-oriented zone. Moreover, the great importance of walk access is discussed 
by Alexander et al. (1977, pp. 168-173) who state that people are attracted to places that allow 
them to walk up and down, meet their friends, stroll and browse. Regardless of the built en-
vironment condition and the streetscape design, walk access of a center is directly affected by 
human presence. Hence, centers with great number of pedestrian flows attract ever greater of 
pedestrians (Alexander et al., 1977, p. 164).  

But what exactly are those centers? According to Legeby, et al. (2017), the centers that emerge 
in a city can be understood as descriptions of phenomena or symbols for a certain function in 
a larger context. The concept of ‘center’ within architecture and urban design is rather different 
from its more precise definition within physics: it is a kind of double meaning; both in a sym-
bolic sense and in that it should be perceived as a centre in terms of their urban surroundings. 
However, urban centers are frequently described only as “places of concentrated non-residen-
tial activities” (Legeby et al., 2017). 

Nevertheless, a centre has the chance to be successful if is attractive to its users, but also 
functional for its residents. Diversity of activities and users is substantially important for a cen-
tre and indicates its strength, its vitality and viability (Jacobs, 1961). Furthermore, functional 
aspects of cities such as public open spaces, retail, commercial and public services are essential 
for a town centre and indicators of its existence (Thurstain-Goodwin & Unwin, 2000). Espe-
cially for suburban centralities, Vaughan et al. (2010) highlight the significance of all non-res-
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idential activity to the vitality and viability of town centres by proposing that “the sources of 
vitality in local places are embedded in the diverse socio-economic and cultural activities that 
take place beyond the high street’s shopping hub” (Vaughan et al., 2010, p. 77).

Moreover, a crucial aspect of centrality is the structural property of urban grid to attract hu-
man activity. Hillier termed this process as natural movement and defined it as “the proportion 
of urban pedestrian movement determined by the grid configuration itself” (Hillier et al., 1993, 
p. 32). A significant tool for measuring urban grid’s structural property and thus centrality is 
Space Syntax Analysis. This tool constitutes a set of techniques, developed by Bill Hiller and 
his colleagues (1984), that attempts to conceptualise and quantify this urban mechanism; mean-
ing the attribute of the urban grid to attract and generate movement and therefore economic 
activities. In addition, it is worth noting that a substantial amount of literature has proven the 
positive correlation of street centrality and economic activities (e.g. Porta et al., 2012) or human 
movement (Hillier et al., 1993). Rooted in graph theory, space syntax analysis encompasses a set 
of theories and techniques for the analysis of street network configuration in terms of topo-
logical, geometric, and metric distances. Space syntax in its essence is a structure-function the-
oretical model of human space, for analysing urban space and foreseeing functional outcomes 
(Hillier et al., 1987).

Apart from the walk-attractiveness level of the major centers (established or emerging), it 
is essential to connect these points through sustainable means and ways transport. Therefore, a 
new hierarchy system of the road network should be formulated. Road network hierarchy de-
fines the functional classification of roads and streets by which they are grouped into classes or 
systems, depending on the function they serve. Specifically, hierarchy signifies the role of each 
road or street in the whole urban transportation network (Tumlin, 2012).

According to the conventional approach, roads are defined chiefly by the degree to which 
they emphasize through movement for automobiles (mobility/circulation) versus local access. 
According to Liu et al. (2017), this car-dominated road classification has neglected the social 
dimension of roads and has also created a transport system, which undermines the role of other 
surface modes. 

However, streets serve manifold functions and should not be destined solely for automo-
bile throughput; on the contrary they should be multimodal and vital places (Tumlin, 2012). 
Viewed broadly, a street is not only a linear conduit, but it may also be a container of urban 
life. In this framework, notable research has been carried out towards this direction, highlight-
ing the necessity of an alternative functional classification facilitating sustainable mobility. 
For instance, Marshall (2006) suggested the adoption of a transit-oriented hierarchy, which 
gives priority to public transport and enhances the cooperation between sustainable modes. 
Furthermore, numerous scientific papers and technical guidelines adopted a matrix-based ap-
proach of classification which takes into consideration both “Link” and “Place” functions (e.g. 
Svennson, 2004). Finally, Liu et al. (2017) proposed a three-dimension functional classification 
system based on Hierarchy, Activities and Mode, constituting an innovative solution in urban 
transportation field. 

In that context, the present research is aimed at at creating an evidence-based planning 
methodology that combines spatial and functional centrality to construct a discrete planning 
strategy towards sustainable mobility. Specifically, we propose an integrated methodology con-
sisting of an analysis and a planning part. Regarding the analysis component, the suggested 
method identifies the existing centrality pattern and computes the walkshed area of the estab-
lished centers, thus detecting the needs of the study area. After recording the needs, we proceed 
to the formulation of the planning part, which primarily includes the enhancement of the 
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centrality pattern by utilizing a vitality score index. This index is based on functional and spa-
tial characteristics that depict the potentials for a vital, sustainable and walk-attractive center 
to emerge. The next steps contain the computation of the walkshed area of the new centrality 
pattern as well as the prioritization of interventions depending on the vitality score of each 
center. At last, our methodology promotes sustainable mobility through re-organizing the road 
network hierarchy system, which takes into consideration both urban and transport dimension 
of the study area. 

2. Methodology 

The present paper introduces an evidence-based planning methodology that integrates meth-
ods for identifying established and vital emerging centralities along with tools for evaluating 
the pedestrian accessibility and the vitality of suburban centralities and finally introducing a 
planning strategy for re-organizing centrality pattern. This strategy prioritizes urban planning 
intervention in centralities and re-organizes road network hierarchy towards sustainable mo-
bility and walkability. Accordingly, a six-step combinatorial spatio-functional methodology 
framework is introduced and its steps are depicted in Figure 1. Methodological Framework..  

The first step of our methodology framework is the identification of the established activity 
centres. The method for identifying established centralities and their area of influence is based 
in the Kernel estimated density (KDE)1 of non-residential uses, for a bandwidth suitable for 
centre analysis but also representative of the research area2. A cut-off threshold is set so as the 
areas of significant non-residential density (, thus established centres, to be determined. 

The second step is the computation of the 10-minutes walkshed area defined by the estab-
lished activity centres, in order to evaluate the sufficiency of existing centrality pattern to ser-
vice the study area. To this end, the catchment analyzer of space syntax toolkit (QGIS 2.16.3) 
is utilized and specifically the 600-meters3 catchment area created by the existing centrality 
pattern is calculated.   

The next step refers to the re-organization of centrality pattern by identifying emerging 
walk-attractive/vital centralities. The emerging walk-attractive centralities are identified via 
typological criteria, in order to ensure that these areas would have the “predisposition” to develop 
into functional, livable and vibrant centres. 

To this end we introduce “Vitality Score” that combines functional and configurational (syn-
tactic) criteria and their Kernel Estimated density in the study area. The Vitality Score is calcu-
lated based on the number of criteria identified in each area of the city. Specifically, if an area 
has two criteria or more, is deemed as an “emerging walk-attractive centrality” and is integrated 
in the re-organized centrality pattern In order to determine if a criterion is met, the density 

1.  The KDE estimates the density within a range (bandwidth) of each observation to represent the value at the center 
of the window. Within the bandwidth, the KDE weighs nearby objects more than far ones based on a kernel function. The 
KDE generates a density of the events (discrete points) as a continuous field (e.g., raster). By using the density (or average 
attributes) of nearby objects to represent the property at the middle location, the KDE captures the very essence of location: 
it is not the place itself but rather its surroundings that make it special and explains its setting (Wang et al., 2011).

2.  Relevant literature proposes a bandwidth of 100 to 300 meters (Porta et al., 2009, pp. 457 – 458; Porta et al., 2012, p. 
1479). After experimentation with different bandwidths, we select a 200-meters bandwidth for identifying the centralities 
of Alimos. 

3.  According to studies regarding Athens urban environment, a 10-minutes’ walk in Athens corresponds with 600 
meters walking distance. 
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Figure 1. Methodological Framework.

of each criterion is calculated and a suitable cut-of threshold is implemented, as also shown in 
Table 1. The typological criteria are the following: 

(1) Public Open Spaces which contribute to the quality of life in a city but also to the crea-
tion of liveable and sustainable central areas as they provide a public meeting place for the city, 
with social meaning and free access. 

(2) Commercial Centrality refers to the activities of retail, markets, commercial services, 
cafes, catering, entertainment and other activities that facilitate the everyday needs for retail 
and recreation. 

(3) Communal Centrality concerns the wide spectrum of uses beyond commercial that facil-
itate the everyday needs of residents, such as health facilities, religion, education and municipal 
and public services. The presence of community function is essential for the ‘place identity’ of a 
centre, especially a local one, and is what makes a city functional, competent and self-sufficient. 

(4) Active Centrality refers to all the other non-residential uses not included in the above-
mentioned criteria, such as offices, professional workshops and automobile repair shops and as 
mentioned by Vaughan et al (2010) are crucial for the vitality and viability of suburban town 
centres 

(5) Configurational/Spatial Centrality (Local and/or Mixed), is essential for a walk-attrac-
tive centre since it refers to the ability of the urban grid to shape human activity and attract 
dense pedestrian movement. Specifically, the configurational/spatial centrality measures used 
in this research are the space syntax measures of angular choice (betweenness) and angular in-
tegration (closeness) constrained by multiple metric radii which are found to be instrumental 
in detecting major to- and through-movement routes in a street network (Al_Sayed et al., 2014, 
p. 73). For detailed depiction of the radii used, see Table 2. 

The fourth step of our methodology framework concerns the (re-)evaluation of the new 
10-minutes walkshed area generated from the new centrality pattern and the identification of 
any underserviced areas, if any, even after the re-organisation of the centrality pattern. 

The fifth step refers to the evaluation of the liveability, functionality and vitality of the re-or-
ganised centrality network in order to construct a prioritization planning strategy. Based on 
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Table 1. The typological criteria forming the ‘Vitality Score’ .

Table 2. The definition of configurational/spatial centrality.

the vitality score introduced on the third step (see Table 3), each centre is graded from A to F 
(0/5 to 5/5 criteria) and if a centre is graded with E or lower (1/5 criteria or lower) is classified as 
urgent priority, The rest of centralities are classified into 3 same-sample size classes (quantiles) 
representing low, medium and high priority areas.   

The sixth step concerns the re-organization of the road network hierarchy in order to achieve 
a sustainable and efficient way of connecting the major centers to each other. The proposed hi-
erarchy system is based on two dimensions, coordinated with innovative approaches (Marshall, 
2006), differing from the conventional one-dimension system. The first dimension refers to 
the geography of the route and the second to its significance. Therefore, we divide the existing 
main road network (primary and secondary arterials and collector roads) into 4 new categories, 
which are presented at the table below. 

In a more detailed analysis of the above paper, we should mention the following. 

 – Roads belonging to category O1 connect metropolitan centres to suburban centres;
 – roads that belong to category O2 connect municipality centres to each other; 
 – roads belonging to category I1 connect major urban centres to each other;
 – roads which belong to category I2 are entities of the existing main network that do not 

connect major urban centres to each other.

Furthermore, the new hierarchy system re-defines the existing priority to the means of trans-
port. Precisely, it prioritizes car movement in primary roads (O1 and O2) and public transport 
in secondary roads (I1 and I2), in order to gradually create the appropriate conditions for pro-
moting alternative mobility. 

Type Criteria Centrality Threshold
(Kernel Density >)

Functional

Public Open Spaces Mean + 1 SD

Commercial Centrality Mean + 1 SD

Communal Centrality Mean + 1 SD

Active Centrality Mean + 1 SD

Configurational Local Centrality and/or
Mixed Centrality Mean + 1 SD

Configurational Centrality Measures Radii

Local High Values of Segment Angular Choice 
and/or Integration (Values > Mean + 1 SD) 200m. and/or 400m. and/or 600m.

Global High Values of Segment Angular Choice 
and/or Integration (Values > Mean + 1 SD) 1600m. and/or 2000m and/or n

Mixed: Local + Global Local and Global Syntactic Centrality
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Table 3. Conceptual explanation of ‘Vitality Score’.

Table 4. Conceptual explanation of the proposed road network hierarchy.

3. Analysis/Results

3.1. Study Area – Data Sources

The study area is the city of Alimos, a municipality in South Athens in the region of Attica in 
Greece.  Alimos is a coastal suburb of Athens, situated on the Saronic Gulf coast, 8 km south 
of Athens city centre. The municipality has an area of almost 6 km2 and in the 2011 census had 
41720 inhabitants. Alimos is a heavily car-dependent4 city that has the morphological and func-
tional characteristics of a residential inner suburb of Athens meaning high residential density, 
a significant amount of green spaces and low urban density.  However, the city has the partic-
ularity of a significantly diverse character. The southwest neighbourhood of Alimos has the 
attributes of an upper middle-class suburb while its northeast part has these of a typical Athens 
commuter suburb, and the zone between them simulates a high-class ‘bedroom’ suburb. This is 
the result of its fragmentary urbanization, typical of Athens suburbs. 

The commercial activity in Alimos is concentrated in the primary routes that cross the city: 
Leof. Eleftherias, Leof. Poseidonos, Leof. Alimou, Leof. Vouliagmenis, and the streets that are in-
side the city links: Thoukididou, Kalamakiou, Theomitoros, Ionias, Dodekanisou. In the coastal 
zone, the focus of commercial activity is the commercial centre of ‘South Alimos’ (Thoukididou 
Street) while in the northeast part of Alimos, the commercial activity is concentrated in the 
market of ‘North Alimos’ (Dodekanisou, Leof Ionias).   

4.  According to a report by OASA S.A. the Athens Urban Transport Organization, in Alimos, 70% of all transportation 
in 2011 was conducted by private means (OASA S.A., 2012).

Vitality Score Explanantion Criteria (n/5)

A Excellent 5/5

B Very Good 4/5

C Good 3/5

D Sufficient 2/5

E Fail (some more work is required) 1/5

F Fail (considerable further work is re-
quired)

0/5

Geography/Significance Primary Secondary

Outer route 
(exceeds municipality borders)

O1-Metropolitan Route O2-Intermunicipal Route

Inner route 
(inside municipality borders)

I1-Major Municipal Route I2-Minor Municipal Route
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This paper constitutes a quantitative research on spatio-functional centrality and sustainable 
mobility, and relevant datasets are used to this end. Data regarding land-uses were granted by 
“Polis L.P” and were gathered by on-site investigations in 2011. Urban blocks and cartographic 
backgrounds data come from the Hellenic Statistical Authority. Additionally, the existing clas-
sification derived from the “General Land-Use Plan” published by the Municipality of Alimos. 

3.2. Results

The compact methodology that was analyzed in the previous section is implemented in the 
suburban city of Alimos and its results are described below. 

The following map depicts the established and emerging centralities and their correspond-
ent 10-minutes’ walkshed areas.  As shown in Map 1 (below) the existing centralities are located 
in two main clusters. In the western part, a network consisting of three proximal centralities 
and the traditional centre of Municipality is found. While in the eastern part a most recent 
centrality has been identified which consists of a longitudinal shape and includes an arterial 
road with dense land use mix. However, these two centrality clusters cannot service the whole 
of area of the municipality, thus creating inequalities and an unsustainable form. Precisely, the 
walkshed area of the centers occupies only the 56% of Alimos, meaning that a large proportion 
of the population is out of a pedestrian service area. This is the reason why the existing pat-
tern of centrality has been evaluated as not sufficient, leading to a car-dependent urban form 
and thus is being re-organized in order to include the emerging walk-attractive centralities of 
the study area, which are depicted in the relevant Map. The new centrality pattern improves 
substantially the pedestrian accessibility of the study area, since the 10-minutes walkshed area 
increases and now occupies the 76% of Alimos, leaving only a limited part of the city not acces-
sible by 10-minutes walking. 

Subsequently, the liveability and vitality of the re-organized centrality pattern is evaluated 
via the “Vitality Score”. As shown in Map 2. Evaluation of the new centrality pattern (Above) & 
Prioritization of urban planning interventions. (below) the Vitality Score has accomplished to 
evaluate the vitality of existing and emerging centralities of Alimos since it promotes areas with 
diverse activities and strong street network centrality instead of areas with intense mono-func-
tional activities.  Specifically, the centrality clusters of  “Lower Alimos” were graded significant-

Map 1. Established Centralities and their walkshed (Left) & Established and Emerging Centralities and their walk-
shed (Right).
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ly lower than their “Upper Alimos” counterparts. This insight is due to the fact that the more 
recent centralities of “Upper Alimos” demonstrate both dense and diverse functional centrality 
and configurational (syntactical) centrality.  Following this stage of our methodology, the pri-
oritization of interventions regarding centralities is implemented and the results are shown in 
Map 2. Evaluation of the new centrality pattern (Above) & Prioritization of urban planning in-
terventions. (below). Based on the vitality score, the centralities of the study area are classified 
into 7 categories regarding the urgency level of active mobility interventions needed and the 
type of centrality (established or emerging). The centralities characterized as ‘High’ and ‘Medi-
um’ priorities are clustered in the western part of our study area -older part of Alimos- while 
the centralities evaluated as “Low” priorities are mainly located in the eastern part of Alimos. 
It is worth noting that in the western part, one of our established centres is evaluated as urgent 
priority, meaning that the planning process should concentrate its focus primarily there.

Finally, Map 3 presents the re-organization of the road network in order to sustain active 
modes and public transport and also to connect the centers with each other through a compre-

Map 2. Evaluation of the new centrality pattern (Left) & Prioritization of urban planning interventions (Right).

Map 3. Re-organization of road network hierarchy.



412 Yannis Paraskevopoulos & Stefanos Tsigdinos

hensive way. As we can observe, the major arterials of the area are located outside the main core 
of Alimos, deterring in some degree, through vehicular traffic. On the contrary, municipal roads 
either major or minor spread through the area, thus bridging the gap between the centralities. 

4. Discussion/Conclusion 

In this paper a unified urban planning-transportation approach is presented, combining func-
tional and spatial centrality along with road network hierarchy in order to produce a compact 
planning strategy towards sustainable form, walkability and active mobility in general. To this 
end a methodology framework is introduced for identifying existing and emerging centralities 
and its walkshed area, evaluating the vitality and functionality of centres and prioritizing ur-
ban planning and transportation interventions. Furthermore, a simple functional street hierar-
chy is proposed, integrating the need for inter-connection and protection of the urban centres 
while promoting sustainable mobility and transportation justice. 

The findings of this research indicate that the presented methodological framework is gen-
erally successful in identifying established and walk-attractive emerging centralities, evaluating 
the vitality, functionality and liveability of the centres and proposing a strategy prioritizing ur-
ban planning and transportation planning interventions. What is more, the utilization of mul-
tiple methods, techniques and data makes the proposed methodological framework a compel-
ling integrated approach for active mobility strategy. Furthermore, the results of the presented 
research demonstrate that an upper middle-class suburban area has significant problems when 
it comes to sustainable urban form and active mobility since the existing centrality pattern pre-
serves the car-dependent development of the study area. Moreover, there is a substantial pro-
portion of the study area that is not supported by the 10-minutes walkshed areas of the existing 
centrality pattern. Nevertheless, an emerging walk-attractive centrality network underlies and 
if enchased, the suburban form of such cities can be significantly more sustainable.    

This research, recommends an alternative and unified approach in urban and transport plan-
ning, thus presenting a high significance value for spatial planning procedure and cities in 
general. We introduce an explicit methodological framework that could function as a decision 
support tool for urban mobility planning process and could be applied to other cities with sim-
ilar characteristics. Probably, the most notable element of this study is that regardless of any 
shortcomings that may occur in the implementation of such a strategy, the rationale nominated 
has the potential to leverage the current institutional aspects of urban and transport planning 
procedures. Especially in Greece where urban and transport fields are not treated as a unified 
entity, the urgency of such scientific studies is great.

Centrality identification, sustainable urban form, active, inclusive and just mobility, road 
network hierarchy etc. are components of a broader scientific field (urban and transport plan-
ning), which is full of complexity and ambiguity. Therefore, the issues addressed in this research 
cannot be entirely analyzed in one single research. In this context, this study concentrates its 
interest on formulating a unified process which produces general planning directions. Hence, 
the results do not refer to a microscale level affecting designing issues. In other words, a crucial 
research step moving forward is the creation of a methodology concerning the design of the 
centers (established or suggested) in order to re-organize in a complete way, the urban “status 
quo” of the area. Furthermore, there are numerous approaches for centre identification and fur-
ther research could contribute in better understanding the various components that compose 
centrality and the different methods for identifying it. Therefore, the integration of additional 
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spatial morphology metrics and implementation of weighted space syntax analysis could con-
tribute significantly in the strength of our centre-identification and centre-evaluation method. 
Moreover, another issue that might arise is the edge-effect on space syntax calculations and as 
a response normalized measures of space syntax could be utilized or the extension of the study 
area. Another take is the enrichment of the methodological procedure either by inserting more 
vitality score criteria (walkability features, etc.) or by changing the radius of the walkshed area 
(e.g. 300m). The improvement of our approach and the acquiring of an adequate flexibility level 
by adapting to various circumstances would definitely enforce our results in the future. 

In addition, the exploitation of more data (pedestrian or vehicle flows, users’ perception, 
etc.), the utilization of more evidence-based tools and the integration of different evaluation 
methods for our proposed planning strategy would be a substantial contribution in the im-
provement of the unified approach in spatial planning. 

Undoubtedly, the elaboration of more research papers and projects about centrality pattern, 
sustainable urban form and inclusive mobility issues in the near future can contribute consid-
erably to the making of more livable, vibrant and social cities.
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